Abstract. -This article focuses on the effects of the Spanish
"bankruptcy" of 1627.
1 The Hispanic-Genoese alliance came to an end with the Treaty of Münster (1648), which formalized the succession of the United Provinces over Genoa for transport of American silver to Flanders in exchange for countless royal concessions. 2 The loss of the privileged relationship with the Crown, however, did not paralyze Genoese trade in the Spanish Empire. In a context in which the enjoyment of Atlantic trade benefits was closely linked to political and naval power, the Genoese traders, who couldn't count on political support of the mother-city or on a competitive merchant fleet, found in the Spanish monarchy new means to survive. By adopting multiple strategies of integration in the host society and trade institutions, they continued to prosper within the Spanish "monopoly", and the port of Cadiz, emporium of the Carrera de Indias, became one of the largest Ligurian commercial settlements of the 18th century. 3 These ties of reciprocity were particularly relevant in the maritime sector due to the Bourbon authorities' need to cope with increasing naval competition in the Atlantic. In order to solve the problem of the chronic lack of vessels, aggravated by the War of the Spanish Succession, the Bourbons adopted two different strategies: they invested in local shipbuilding by establishing the Carraca arsenal in Cadiz, and authorized the acquisition of foreign ships by only charging a duty fee (the extrangería tax). In 1752 the Genoese consul in Cadiz reported the arrival of "120 Genoese shipwrights and caulkers to build vessels in the arsenal for this Crown", many of which had been hired in Genoa while others were "volunteers". 4 Nevertheless, as the local shipbuilding sector was mainly oriented towards the construction of warships, it was never capable of fulfilling the maritime trade's needs, and still needed to purchase foreign vessels. This also resulted from the convenience of collecting the extrangería tax rather than invest capital in the shipyards. 5 Between 1717 and 1778, only 130 (26.4 %) of the 492 ships engaged in the Carrera de Indias (whose origin has been identified) were from Spanish or American yards; 24 % of them were built in Great Britain, 23 % in France and 10.4 % (51) in Italy. The majority (37) of the latter came from Genoa. 6 In some cases the rent or acquisition of these vessels was managed directly by Spanish authorities; 7 more often, the transactions were between private owners who instructed the Genoese captains to find buyers for their ships. 8 Ligurians also contributed to the development of a private shipbuilding sector in Spain. The wholesale merchant Domingo Colombo owned a great shipyard in Puntales, 4 Archivio di Stato di Genova (hereinafter ASG), Archivio Segreto, n. 2673, Montesisto, Cadiz, 27th of November, 1752.
5 Marina Alfonso Mola, "La marina mercante colonial en la legislación borbónica, 1700-1828": Carlos Martínez Shaw (ed.), El derecho y el mar en la España moderna (Granada 1995), p. 173-215. 6 Antonio García-Baquero González, Cádiz y el Atlántico, 1717-1778 (Seville 1976), p. 105. 7 In 1720, the intendente general de Marina Patiño bought three ships by the Genoese captains Lanfranco, Sanguinetto and Oneto; four years later the Crown acquired from Oneto another vessel. ASG, Archivio Segreto, n. 2673, Lorenzo Maria Grassi, Cadiz, October 1, 1720; ASG, Archivio Segreto, n. 2673, Gio. Dom.o Pavia, Cadiz, May 2, 1724.
8 These practices were so common that in 1720 the Genoese consul of Cadiz reported: "the [Genoese] mediocre ships sail under the French flag, while the good ones are sold [in Spain]". ASG, Archivio Segreto, n. 2673, Lorenzo Maria Grassi, Cadiz, 30th of July, 1720. See also ASG, Archivio Segreto, n. 2673, Andrea Gherardi, Cadiz, 23th of October 1791. near Cadiz; 9 in the same place Jacome Patron owned several warehouses for the sale of naval supplies. 10 Ligurians did more than support the Spanish shipbuilding industry. By obtaining naturalization or entrusting their business to their sons born in Spain they were able to access the legal circuits of colonial trade and organize expeditions with their own vessels: in 1793, they owned 33 Spanish-flag ships enrolled in the Carrera de Indias.
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The Ligurian prosperity in late 18th-century Cadiz confirms that the decree of Libre Comercio (1778) had not damaged the position of the port. In fact, although Cadiz had lost its status of monopolistic emporium, in the last quarter of the 18th century it continued to absorb more than 70 % of colonial trade. 12 The Spanish monarchy's war commitments and trade indirectly boosted Ligurians to participate in local maritime activities at different levels, including navigation. The Genoese presence in the crews of Spanish vessels had ancient roots. Because of their Catholic faith and the secular ties that bound them to the Iberian coasts, Genoese were considered more reliable than other foreigners. They also were favoured by the Spanish navy's scarcely regulated methods of recruitment, traditionally based more on practical needs than on a determined legal regime.
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With the rise of Bourbons to the Spanish throne (1700), however, seafarers were submitted to a growing attention by the authorities, who attempted to control and increase maritime forces for military purposes by creating a seafarers' register, the so-called matrícula de mar. The first step was a real orden in 1726 which tried to make the registration attractive by offering exemption from Army recruitment. But this was a superfluous privilege, for seafarers traditionally enjoyed exemption because their skills were needed at sea. The new provision also granted to registered seafarers precedence over the nonregistered in participation in transatlantic shipping, which was the most lucrative employment at sea. 14 These strategies of persuasion were accompanied by forced recruitments in which Ligurians were both the agents and the victims. The case of Commander Spinola is particularly meaningful in this regard. In 1730 he was instructed by the Spanish Crown to go to Genoa with 150 soldiers to acquire a vessel and recruit the greatest possible number of seafarers.
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In 1737 the Bourbon authorities offered to registered seamen some additional "privileges", such as an exemption from quartering troops in their houses, and the right to practice maritime activities in an exclusive way. This was clearly a gimmick to make the registration mandatory. They offered the same privileges to the foreign seafarers who were married or avecindados (residents) in Spain; the other Catholic foreigners had full "freedom" to serve in the Armada Naval (the Spanish navy) with the rank that corresponded to their skills. 16 The ordenanzas of 1748 and 1751, which subordinated the enjoyment of those "privileges" to the service in the Armada Naval in case of war, unavoidably bound maritime activities to military life. 17 However, the reiteration of ordenanzas reveals the matrícula's scarce attractiveness, as it represented a real menace for a sector which was traditionally regulated by autonomous and flexible organisational logics; the frequent desertions and episodes of military authorities' corruption in order to avoid the service were the natural consequences.
Parallel to this, the need to support colonial trade forced the Crown to authorize the foreigners' participation in transatlantic shipping. The Free Trade Decree (art. 3) established that all captains, patrones, maestros, oficiales de mar and the two-thirds of the sailors who were engaged in the Carrera had to be Spanish or naturalized, while the remainder could be foreigners: they had to be Catholics, registered in the matrícula, and were obligated to return to Spain under the captain's responsibility. 18 However, the chronic scarcity of matriculated seafarers induced the Crown to revoke that disposition a few years later. By 1785 it was possible to engage foreign seamen -but also shipwrights and caulkers -whether or not they were registered in the matrícula and those who had not yet served in the Armada: the only prerequisite was a special request presented by the shipowner, or by the captain, to maritime authorities. 19 In this way, foreigners could continue to embark for the Indies without being considered illegal and not having to pay the travel: once they arrived at their destination, it was easy for them to leave the crew to find buyers for the goods they usually carried with them and establish their business.
The absence of the Genoese flag in the Atlantic, thus, does not mean that the Republic had reduced its commercial relations to the Euro-Mediterranean coasts. Ligurians continued to participate in colonial trade thanks to the Bourbonic reforms' intrinsic limits, which allowed them to prosper in the capital of the Spanish monopoly by operating in symbiosis with the monarchy's needs. This system was irrevocably damaged by the crisis of the colonial order in the early 19th century. But, at the same time, Latin American independence opened new spaces to maritime competition in the Atlantic.
THE NAPOLEONIC WARS AND THE CRISIS OF THE GENOESE TRADE SYSTEM
The Napoleonic Wars submitted Ligurian trade to a double crisis. The French invasion of the Republic in 1797 determined the fall of the Republic's oligarchic system, which was followed by a devastating commercial crisis as a consequence of the British blockade of the port of Genoa. The Napoleonic invasion of Spain and the abdication of Fernando VII in favour of Joseph Bonaparte gave impetus to the independence movements in Spanish America, striking once and for all Cadiz's role of commercial intermediation between the two shores of the Atlantic.
The occupation of the Republic had unexpected and disruptive effects. Requisitions of war, infrastructural damages and commercial isolation became even more serious after the annexation of Liguria to France in 1805. The imperial authorities further damaged Genoese trade by extending the French customs system to Liguria; they also diverted neutral ships to Toulon and Marseille, and gave precedence to the export of silk from Lyon.
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Until annexation the Ligurian maritime trade had prospered thanks to cabotage shipping, which was traditionally exempted from formalities. 21 French customs officials, instead, were particularly zealous imposing duties on coastal navigation and discouraging foreign ships' landings in order to prevent smuggling. The precautionary embargo imposed on allied flags and the Spanish uprising against French occupation completely interrupted direct trade between Genoa and the Iberian Peninsula.
These limitations were accentuated by the presence of Barbary pirates on Sicilian and Sardinian coasts, but also by the untenable French military policy. Due to the Republic's traditional choice for political neutrality, Liguria was a bad basin of recruits. For this reason, every attempt made from 1797 to organize local armed forces failed, obligating the new administration to resort to French soldiers. 22 Thus, Napoleon tried to recruit the seafarers with the aim of organizing a fleet capable of coping with the British enemy. Once again, the episodes of escape and resistance were numerous. 23 The Napoleonic expedition to Egypt cost the Ligurian merchant navy all of its large vessels, so that by 1804 it was almost exclusively made up of cabotage ships. 24 It was precisely the incompatibility between political autonomy and the capacity of military control which led to the annexa-tion of Liguria by France. The consequent extension of the French standards of recruitment to the former republic led to the organization of 26 drafts for the army, which affected about 31,500 individuals and multiplied the episodes of emigration and rebellion. 25 Even the administration's efforts to make a meticulous register of all the individuals who were engaged in maritime activities in order to strengthen the French naval force failed and caused a massive abandonment of the maritime professions.
After the annexation of Liguria to the Sardinian kingdom sanctioned by the Congress of Vienna (1815), the region remained in a state of economic isolation. The lack of capital and the lasting custom barrier with Sardinia maintained the merchant fleet in a condition only sufficient to make modest cabotage trade. Besides, in 1816 the government of Turin decided to re-establish the obligatory conscription, which had been abolished only two years before because of its huge unpopularity.
During the reign of Carlo Felice, the government began to deal with the problem of maritime trade by initiating a protectionist policy that led to commercial agreements with the Ottomans in 1823 and with Morocco two years later. In 1825 the government established a sliding scale of taxes on the importation of cereals, wine, and oil. While this measure granted to Sardinan ships the quasi-monopoly in the transport of grains, it discouraged the international trade around the port of Genoa, as many foreign ships began to prefer Livorno. Even the trade in the Black Sea was severely affected by the conflicts between Greece and Turkey, and between Turkey and Russia. The commercial difficulties were accompanied by serious problems with the fleet: in 1815 only 966 ships remained, 882 of which had a tonnage less than 100 tons.
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In parallel, the center of Genoese Atlantic trade system had begun its irreversible decline. The crisis of Cadiz started with the war against Great Britain (1796-1801), during which the port was submitted to a prolonged maritime blockade by Admiral Nelson. The blockade severely damaged Ligurian commercial settlement. It was decimated by bankrupcies, 27 forced contributions to sustain the war effort, and the numerous requisitions of their ships. This happened in 1797 to Ligurian captain Bozzo, who was coming from Martinique with his polacre under Spanish flag: he was captured by the British Navy and forcibly sent to Gibraltar, where he was robbed of his load and dismissed without receiving payment for the ship's hire. 28 The truce granted by the Peace of Amiens (1802) was soon interrupted by the Napoleonic invasion of Spain in 1808. In 1812, Cadiz was completely isolated by the siege of Napoleonic troops. In these years the process of the Spanish colonies' movement towards independence was too embryonic to have appreciable effects on the peninsular economy. The exception was the viceroyalty of Río de la Plata, whose struggle for emancipation interrupted the direct trade with Spain since 1810. The volume of trade from Cadiz to the Indias, in spite of a certain recovery in 1808-1810 and 1815-1818, gradually decreased in accordance with the success of the Hispano-American movements of independence, and reached its lowest level in 1819-1820. 29 The commercial crisis of Cadiz is reflected in the rapid disappearance of local shipowners, who diminished from 300 to 20 between 1800 and 1824. 30 Those who had well-established interests in the colonies in some cases decided to abandon Cadiz and join their parents or associates overseas. This was the case of the aforementioned Ligurian shipowner Jacome Patron: in 1810, after the total ruin of his affairs, he asked for a royal license to go to Montevideo and join his two uncles, who were well-off and able to help him. 31 The prolonged crisis in Cadiz had disruptive consequences on the whole population, oppressed by unemployment, an epidemic of yellow fever, 32 and the local military policy. The Bourbonic administration, with the ordenanzas of 1802, implemented a program of seafarers' militarisation which intended to regulate the maritime activities even in times of peace. This provision aimed to correct the deficiencies of the previous ordenanzas, which had unsuccesfully attempted to make the enrollment attractive by granting to seafarers the exclusive "privileges" of fishing and trading.
The new ordenanzas' first concern was to transfer the territorial administration from civil to military personnel, who also received direct command over the conscripts. Then, in an attempt to limit desertions, the decree established rigid norms of conduct not only for the Armada, but also for maritime activities. As a consequence many irregularities, even when they occurred on merchant vessels, became crimes under military jurisdiction: practicing lucrative maritime activities without prior registration and unauthorized boarding on domestic or foreign ships were now punished with enrollment in military campaigns or with forced labour in the arsenals. The so-called "privileges", instead, remained the same as those enunciated in 1737. 33 The ordenanzas of 1802 managed to increase the Spanish navy's quota of personnel, but they also caused a relevant haemorrhage of seamen, who in many cases emigrated overseas. This phenomenon became particularly evident in Cadiz, where the Consulado de Indias in 1804 denounced an alarming migration of sailors, shipwrights, and caulkers. 34 According to the Consulado, seafarers tried to avoid service in the Spanish navy by all means, due to the inevitable risks related to it, as well as the amount of time it took them to get paid; in many cases they preferred devoting themselves to smuggling or taking 31 AGI, Arribadas 209A, Ordenes e informes sobre licencias de embarco, Cadiz, 18th of August 1810. 32 Archivio di Stato di Torino (hereinafter AST), Mazzo Consolati Nazionali Cadice 1790-1835, Andrea Gherardi, Cadiz, 22th of October 1819. 33 López Miguel/Mirabet Cucala, "La institucionalización de la Matrícula de Mar" (note 17), p. 217-239. 34 AGI, Consulados 62, exp. 11, Representación del Consulado de Cádiz sobre el problema de la emigración de la marinería al extrangero, 17th of June 1804. refuge in Latin American ports, where the growing number of vessels offered many occasions for employment and good wages.
The extent of the migratory flow is confirmed by the Spanish authorities' increasing interest in foreigners which led to the promulgation of a more inclusive law in order to use them as a basin of recruitment. In 1807 the Crown ordered the compilation of a census where each foreigner had to specify whether he wanted to be considered as a transient or a natural, "so that we can treat him, regarding his rights as well as his duties, with the distinction prescribed by the laws of the Kingdom". 35 Then, due to the "current circumstances' compelling needs", the Crown ordered the immediate enlistment of non transient foreigners in the Army. 36 In 1817, however, the Genoese consul of Cadiz revealed that the Crown had put its needs before the foreigners' rights guaranteed by law:
"The foreigners were traditionally exempted by extraordiary contributions, forced loans and military service [...], but during the last war against France they were obligated to the same services as the Nationals [...]. All the foreigners with the exception of the consuls were obligated to military service and to quarter the troops. At present, they host the numerous soldiers who are waiting in the port to board for America". 37 In his report on the conditions of the Spanish navy, Minister Vázquez Figueroa in 1812 complained that this strategic sector had been "annihilated" by the government's "ignorance and bad faith". 38 One of the major pieces of evidence was the state of wages. They were so low that, as Figueroa said, sailors were "devoured by hunger". 39 The General Captain of the Department of Cadiz, José de Quevedo, expressed a similar opinion denouncing "the regrettable state of all branches of the Royal Navy because of the authorities' indifference and contempt". 40 In 1820 the Cortes attempted to remedy the situation by nullifying the matrículas de mar. Then, they entrusted the regulation of maritime activities and the seafarers' military service to civil officials. The Cor- 35 As noted above, after the annexation of Genoa by the Sardinian kingdom, the Ligurian merchant navy was reduced to a minimum. However, in a few years the local shipbuilding sector experienced a spectacular recovery owing to the private initiative of the coastal population. Because of a lack of government or other institutional support they resorted to traditional systems of familiar production based on improvised yards along Ligurian coasts. 43 The capital needed to finance the fleet's reconstruction came from the modest but constant work of seafarers and small traders who invested their cabotage profits in shipbuilding. Between 1816 and 1831 the number of ships doubled and the tonnage quadrupled. 44 This growth revealed that Ligurians aimed to participate in Atlantic navigation; but the contemporary crisis of the Spanish imperial trade system centered on Cadiz led them to look for alternative routes.
The annihilation of trade between Genoa and Cadiz is confirmed by the Guía General de los forasteros of the port, which noted that none of the 2,083 boats that entered the port in 1815 raised the Sardi- 41 Decreto XLVII. "Se extinguen las matrículas de mar y se establecen reglas para la navegación y el servicio militar de Marina": Colección de Decretos y Ordenes Generales de la primera legislatura de las Cortes Ordinarias de 1820 y 1821 desde 6 de julio hasta 9 de noviembre de 1820, tomo IV (Madrid 1821). 42 nian flag. 45 This situation certainly resulted from the Ligurian merchant fleet's state of prostration, but also the insecurity of the bay because of the corsairs -mostly coming from Buenos Aires -who forced many merchant ships to unload in Gibraltar. 46 To maintain their trade in Spain, Ligurian captains resorted to their traditional strategy of sailing under other nations' flags. 47 In parallel, they started to orientate their shipping towards other ports where they could access American or Asian goods. Their main destination became Gibraltar, due to the advantageous rates guaranteed by its status as a free port. In a few years the British port superseded Cadiz in transatlantic intermediation; the Spanish emporium, instead, in 1826 chose the path of protectionism, in the hope of recovering the relevant losses caused by independence movements. 48 Ligurians established an important enclave in Gibraltar, 49 through which Sardinian vessels illegally shipped a volume of goods that in 1825, according to the French diplomat Baron de Boislecomte, was greater than those sent from Genoa to the Spanish ports and even than those sent from the United States and the Low Countries. 50 In Gibraltar, Ligurians mainly shipped Italian and Russian wheat, returning to Genoa with goods coming from Asia and the Americas.
In those years, Sardinian vessels made their first timid attempts to penetrate South America, driven by the dominant protectionism in Europe and the spaces opened by the crisis of the colonial empire. The Río de la Plata ports had been traditionally frequented by foreigners, especially Luso-Brazilians and their British allies, who regularly used them since the 17th century as a backdoor for the smuggling of the 45 The same happened during the British Navy's blockade of Cadiz in 1797, which induced the Crown to open the Carrera de Indias to neutral ships. This provision was revoked in 1799, but the return to traditional monopolistic restrictions was impeded by the numerous derogations that the Crown had to grant in order to maintain the fiscal and trade flows between the two shores of the Atlantic. This was because Spanish merchants who were operating in America had reluctance towards giving up the advantages they had acquired with the liberalisation. 53 The The Genoese merchants who had settled and prospered in the viceroyalty of Río de la Plata strongly protested against the spread of foreign vessels in the region. In 1802 the shipowners and some captains of vessels anchored in Montevideo, lead by Pascual José Parodi, Carlos Camuso and Bernardo della Torre, presented a memorial to the cabildo's notary Bartolomé Domingo Bianchi, who was also Genoese. The memorial denounced the damages that the Spanish Monarchy had suffered over two centuries from English, French, and Dutch intrusion. The Genoese traders demanded the immediate withdrawal of the decree and hoped for a return to a mythical past, the 16th century, when foreigners were practically abstent from the Indias. 55 However, by then the return to the past was impossible, and soon even the most reluctant realized that foreign ships were vital for the survival of their trade.
The independece movements in Latin America damaged Spanish Atlantic trade to such an extent that, in 1823, the Crown decided to maintain the existing regime of free direct trade between the colonies and the allied powers in order to gain the consent of the Spanish merchants who were established overseas. 56 This provision clearly did not concern Río de la Plata, which had formally declared its independence in 1816 and opened its ports to foreign trade in 1810. Thus, Spain concentrated its maritime forces in Veracruz, Havana, and Manila, agreeing to share colonial trade profits with the other maritime powers. The Sardinian merchant navy was unable to cope with the competition in the Caribbean. But in Río de la Plata it found the conditions to undertake its Atlantic adventure, playing a complementary function to the Spanish monarchy's need to maintain commercial relations with the lost colony. In order to penetrate the South American routes, Ligurian captains initially did not use their own flag. Marquis Cesare Grimaldi, the first Sardinian Plenipotentiary Minister of Rio de Janeiro, in 1820 informed Turin that Sardinian vessels usually arrived in the ports of Maranhão and Montevideo under the British flag, which they got from Gibraltar. 58 After establishing the first trade contacts and experiencing the safety of the route, Sardinian vessels began raising their own flag. The commercial paper British Packet reported that by 1821 the Sardinian ships' arrivals in Buenos Aires rapidly increased, and continued to do so, particularly between 1829 and 1834. The case of the brigantine "Trionfo" reveals that Sardinian penetration into Río de la Plata was also supported by local or Spanish merchants searching for neutral flags to cover the lack of Spanish vessels. The "Trionfo" was hired in 1822 by José Requena, José de Vea Murguía and Martín Irazuqui to send a load of leather and other goods from Montevideo to Cadiz. "Because of the critical circumstances in which the shipment was made", 60 they obtained the right to pay the same customs duties as Spanish vessels paid. Requena had resorted to this gimmick also in 1809, when he asked for permission to hire two neu- tral ships to send a load from Montevideo. He justified his request by the emergency caused by the war and the scarcity of available Spanish vessels. The authorities not only granted him the permission with the same customs exemptions, but they also instructed Requena to load the vessels in Cadiz with mercury and Spanish goods. and sick Genoese consul Andrea Gherardi by his son Vincenzo. The signatories to the proposal, which was welcomed by Turin, were Angel Gazzino, Juan Felipe Ravina, Domingo Oneto, Angelo Revello, Benedetto Picardo, Luigi Galliano, Nicola Montobbio, Angel Nervi, Alessandro Firpo and J. B. M. Cambiaso. 63 It is not clear how they maintained their business during these critical years for the Spanish emporium. In this period most of the goods coming from the international market arrived in Spain from Gibraltar: because of the informal character of this trade, we cannot be sure about the scope of the Genoese involvement in transactions with this British port, but several clues lead us to think that it was not inconsequential. 64 In regard to Mediterranean trade, Ligurian intermediaries of Cadiz easily consolidated direct and exclusive relations with the Sardinian merchant marine. This became evident in 1818, when all Sardinian ships anchoring in Cadiz were leaving for Genoa and were loaded by Gazzino, Gherardi, and Peñasco. 65 In November 1819, the commercial paper of Cadiz Diario del Vigía registered the presence of three Sardinian vessels, whose loadings were respectively managed by Joaquin Luchy, Angel Gazzino, and Benito Picardo.
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Up to 1830 the Vigía lacks information about Río de la Plata. In 1828 it noted the arrival of 30 Sardianian vessels but only specified the provenance of five of them (the Caribbean), and the destination of one (Havana). In 1829, we find only two Sardinian vessels, both going to Lima. 67 In February 1829, the Sardinian brigantine "Esperanza" arrived from Gibraltar with a load of goods imported from Montevi- deo, addressed to Joaquin Francisco Luchy. 68 This suggests that, at this time, Gibraltar was still the main hub for South American imports.
It was precisely the untenable competition of Gibraltar that convinced the Spanish authorities to grant Cadiz the privilege of free port, a decision welcomed in the city with "a general jubilation". 69 That privilege, in force from 1829 to 1832, opened new opportunities to Cadiz, which attracted many vessels that previously preferred to land in Gibraltar. 70 The Vigía's data about the ships involved in Atlantic trade between 1830 and 1835 highlight a clear predominance of the Río de la Plata route for Sardinian vessels sailing between Spain and the Americas.
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The comparison with other foreign ships that left Cadiz for Río de la Plata in the same years reveals that Sardinians were second only to those of Great Britain. 72 The register of Genoa's port confirms the significance of that route: in 1833, 33 of the 44 Sardinian vessels departuring from Genoa for the Americas were destined to Buenos Aires and/or Montevideo. 73 coming from Genoa with the hold mostly full. They stopped in Cadiz to complete their loads, sell passage for the Americas, and take orders for return loads. This data reveals that emporium of Cadiz had become a mere end market, with little control over exports and largely dependent on Sardinian vessels for imports from South America.
The Sardinian consul in Cadiz, Tapperi di Castellamonte, in 1831 illustrated the state of commerce:
"The increase in consular income of the past quarter is the result of the growing commercial relations between Genoa and Cadiz. It is confirmed by the arrival in this bay of numerous national vessels returning from several ports loaded with sugar, coffee, indigo and leather. Our captains' good conduct, economic ability and nautical knowledge lead many foreign merchants to prefer Sardinian ships [...]. There are also several national vessels leaving for the Americas hired by foreign traders, which I have to assist due to the frequent problems caused by their ingenuous and badly organized transactions".
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The Sardinian ships' registers also show that the sale of their loads in Cadiz was almost exclusively managed by Ligurian traders, mainly the aforementioned Jordan Oneto, Tomas and Juan Felipe Ravina, Angel Revello, and Juan Bautista Chapella: Ligurian wholesalers of Cadiz had become the principal intermediaries for imports from Río de la Plata.
This "state of grace" was short-lived. The privilege of free port did not manage to stimulate Spanish manufacturing in order to cope with the monarchy's chronic productive deficit. It could not even return to Cadiz its previous importance in the international trade, a purpose that definitively vanished after Latin American independence. The rise of Ligurian trade reveals that the free port's decree had enriched only the foreign merchants, apart from increasing contraband and damaging the other peninsular ports: all reasons enough to convince the authorities to withdraw the privilege in 1832.
In the following years, Ligurian trade in Cadiz did not experience a sudden collapse because of the persistent usefulness of Sardinian ships in maintaining the commercial relations between Spain and Río de la Plata. It is confirmed by the dispatches that Sardinian and French consuls of Río de la Plata sent to their respective governments in 1834, 76 as well as by a report which the Junta de Comercio of Cadiz addressed to the Ministerio de Marina in 1837 asking for the withdrawal of a decree that forbade Sardinian ships from landing in Spanish ports. This provision was only the most recent consequence of the tensions existing between Madrid and Turin because of their respective protectionist policies. It was enacted in response to a similar decree enacted by the Piedmontese government, which in addition had suspended all the Spanish consuls in the Sardinian kingdom. At present our merchants are using these vessels to import the goods coming from Buenos Aires, Montevideo, and other ports of that continent. In a few days some of those vessels will arrive in this bay, but their captains are devoid of the required certificate because of the lack of Spanish consuls or vice-consuls in the ports from which they come [...] so that they won't be admitted, and the trade of this port will be sacrified to the political interests which led to the above mentioned royal provision [...] . [If the decree won't be modified], it will only damage the Spanish trade, because the loads of the Sardinian vessels belong entirely to American and Spanish merchants. Sardinian captains will have to land in Gibraltar, so that [...] the transport of the loads to Spain will be considered as trade with a foreign country concerning the payment of hires and customs duties". 78 76 José Carlos Chiaramonte, "Notas sobre la presencia italiana en el litoral argentino en la primera mitad del siglo XIX": Fernando J. Devoto Regardless of the decree's modification, in the following years Sardinian ships' landings in Cadiz slowly decreased to only five in 1843. 79 This was because of the growing British merchant navy's predominance, the restoration of direct commercial relations between Spain and the South American republics, and the contemporary development of Spanish manufacturing. Genoa would consolidate its direct trade with Río de la Plata, but for the intermediaries of Cadiz and the whole Ligurian commercial settlement of the bay, the economic opportunities declined irrecoverably. In a few years the ancient "emporio del orbe" 80 had become a mere regional port. The parenthesis of 1829-1832 demonstrates that the recovery of Ligurian trade in Cadiz had been a consequence of the Sardinian merchant navy's dynamism, favoured by the international conjuncture and the neutrality of its flag. But it was a mutual convenience, as the Spanish market and the traditional Genoese presence in Cadiz played a relevant role in supporting the consolidation of commercial ties betwen Genoa and Río de la Plata.
LIGURIAN MIGRATION TO ARGENTINA. TOWARDS A NEW SYMBIOSIS
In a few years Argentina also became one of the favourite destinations of those Ligurians escaping from the consequences of the Napoleonic wars. This migratory flow was so vast that it represented the main component of the large Italian settlement in Argentina during the first half of the 19th century. 81 They mainly concentrated in Buenos Aires, where in 1836 resided about 5,000 Ligurians. 82 This remarkable migratory movement cannot be explained only by the "vacuum" left by the Spanish navy. What attracted these migrants escaping from their own country's conscription policies to a region whose first deca-des of independent life were tormented by an uninterrupted series of civil wars and international conflicts?
Independence in the Río de la Plata activated a process of internal "Balkanization" that led to the secession of wide areas -Paraguay, Alto Perú, and Provincia Oriental (present-day Uruguay) -and to the configuration of provincial states contending with Buenos Aires about the definition of the new bases of political legitimacy and for the control of the trade's customs revenues. 83 However, this process also created the conditions for the establishment of Ligurian migrants in the ports of Río de la Plata. The collapse of the colonial order and the crisis of the mining economy decisively reversed the territorial hierarchy. The inland regions linked to silver trade (Jujuy, Salta, Tucumán, Santiago del Estero, Córdoba, La Rioja, Catamarca, San Luis, San Juan, and Mendoza) were marginalized in favour of those of the littoral (Santa Fe, Corrientes, and Entre Ríos), Provincia Oriental, and the province of Buenos Aires, which were oriented to the production of livestock for export. Cattle breeding had started to expand in the second half of the 18th century due to the region's growing integration in the Atlantic trade and the presence of waterways (the Paraná and Uruguay rivers) which facilitated the local circulation of goods. 84 After independence, this sector would become the main source of revenue for the republic. By the middle of the 19th century cattle by-products constituted most of Buenos Aires's exports. 85 The economic and demographic growth of the so-called cuenca rioplatense gave the river trade an increasing protagonism in the articulation between local and international markets. 86 The rivers became not only the Argentinean economy's strategic axis (and one of the main reasons for interprovincial conflicts), but also an opportunity for Genoese migrants. Due to their experience in commerce and navigation, Ligurians had no difficulty in penetrating this profitable sector: in the 1830s and 1840s, they were the largest foreign group engaged in river trade. 87 They also contributed to the development of the local shipbuilding sector by settling small yards for the construction of cabotage ships at the mouth of the river and importing vessels and naval equipments from Genoa. 88 In critical circumstances, Ligurians established profitable ties of reciprocity with the new host society. When the United Provinces of Río de la Plata went to war against Brasil for control of Provincia Oriental (1825-1828), Ligurian traders asked the authorities of Buenos Aires for numerous commercial and privateering licenses in order to protect river trade. One of the first was the great shipbuilder Carlos Galliano, who asked for a licence in defence of the "national interests" and armed his schooner "Anna Bella" with two cannons to combat nine Brazilian privateers in the puertos de arriba. 89 The government had enacted a decree that prohibited the arming of ships if their capacity was less than 25 tons. Nevertheless, the impossibility of guaranteeing the rivers' security caused numerous protests from the captains, which led to the decree's withdrawal and to the concession of privateering or commercial licenses even to smaller boats: Captain Domingo Grimaldi and Nicolas Siniglia could arm their ballenera "Provincia Oriental", and Girolamo Sciurano did the same with his lanchón "Recompensa"; Captain José Claveli, by virtue of his protests, obtained not only the license of privateering for him and for his second in command, Antonio Carbon, but also permission to arm all residents' boats. 90 Even though Provincia Oriental was eventually lost and became independent, it seems that Ligurian mobilization was successful. The data of the ships' arrivals in Buenos Aires reveals that the first great increase of Ligurian presence in cabotage trade coincided with the war's conjuncture, by going from 89 landings in 1823 to 215 in 1828. 91 Engagement in defence of the host society's interests had allowed Ligurians to protect and even extend their own economic activities.
In the following years, Ligurians continued to play an important role in the growing local economy. Though there was no diplomatic or commercial treaty between the Argentine Confederation and the Sardinian kingdom -it wasn't signed until 1855 -under Rosas's regime (1829-1852) Ligurians benefited from informal governmental protection. They were free to register their own boats under the flag of Buenos Aires, had no problem in starting commercial or productive activities, and were substantially exempted from military service. 92 For some of them, the maritime conflicts that afflicted the region in the following years represented a profitable opportunity: during the French blockade of the port of Buenos Aires (1845-1848), the safety of the neutral Sardinian flag allowed Ligurian captains to play an essential role of commercial intermediation.
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All this explains why, despite the local political instability and the lack of a governmental migratory policy to attract them, in a few years Genoese established a larger settlement in Buenos Aires than the one in Cadiz.
CONCLUSION
Studies of trade networks and diasporas have shown that imperial metropolis' difficulty in coping with "the strength of Atlantic geography" offered economic opportunities not only to other great maritime powers, but also to small dynamic merchant groups lacking navies, trade treaties, and significant political support from the mother country. 94 This was true for Ligurians as well. They structured their participation in the Atlantic trade by establishing a symbiotic alliance with the Crown of Castile. The loss of this privileged position in the 17th century induced them to adopt different strategies to maintain their trade with America. Those strategies succeded because they continued to fill the Spanish monarchy's needs and never represented a menace to the Empire's integrity. After Spanish American independence, the Genoese Atlantic trade not only persisted but entered a new phase of expansion. While under Spanish mercantilism Cadiz was the center of Ligurian trade with the Indias, with the disruption of the colonial order Cadiz became the springboard for the Sardinian Atlantic adventure. The conflicts that reconfigured the Iberian world allowed Ligurians to expand their trade and migratory networks in the Río de la Plata, where they were able to create new forms of reciprocity with local society and institutions.
Their story helps us to understand what at first glance appears as a paradox: the capacity of a mercantile diaspora to prosper within the Spanish empire as well as to benefit from its collapse.
